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BOSTON  REDEVELOPMENT  AUTHORITY 

STATEMENT  ON  SOUTH  END  TRANSPORTATION  ISSUES 

9/6yw4 


Context 

Many  public  and  private  efforts  are  being  directed  at 
revitalizing  and  improving  the  environment  of  Boston's  South 
End,  primarily  to  strengthen  its  character  as  a  place  to  live. 
Preservation  and  rehabilitation  of  the  attractive  19th  century 
residences,  the  building  of  new  housing,  schools  and  parks,  and 
improvements  to  utilities,  streets  and  public  services  are  in- 
cluded in  the  renewal  program.   Transportation  ranks  as  a  major 
issue  along  with  economic  and  social  concerns  in  achieving 
community  wellbeing. 

Located  in  a  vulnerable  gateway  location  adjacent  to  the 
Downtown  and  Back  Bay/Fenway  areas,  the  South  End  serves  as  a 
"doormat"  to  many  people  driving  cars  through  its  streets,  both 
in  crosstown  and  radial  directions  on  the  way  to  jobs,  business, 
shopping  or  recreation.   This  traffic  tends  to  erode  the  livability 
of  the  South  End  with  noise,  air  pollution,  congestion  and  safety 
hazards,  and  is  therefore  perhaps  the  most  pressing  transportation 
issue.   The  other  issues  of  this  kind  involve  the  maintenance  and 
improvement  of  public  transportation  along  with  reasonable  parking 
arrangements  for  resident  cars,  as  well  as  the  possible  establishment 
of  bicycle  paths,  control  of  truck  routings  and  street  maintenance. 

This  statement  is  intended  as  BRA's  understanding  and  position 
on  transportation  policies  directed  at  improving  the  South  End  and 
at  the  same  time  serving  general  transportation  needs  of  the  public. 


SOUTH  END  TRANSPORTATION  PLANNING  -  WHERE  WE  STAND 

South  End  transportation  needs,  along  with  other  elements  of 
the  original  Urban  Renewal  Project  plan  have  changed  in  response  to 
environmental  considerations  and  policies  of  various  government 
agencies.   Transportation  policy  reviews  at  the  state  and  city  level 
have  eliminated  the  Inner  Belt,  Southwest  Expressway  and  the  South 
End  Bypass  and  a  number  of  street  projects  or  patterns  have  been  and 
will  be  affected  as  a  result.   Land  use  changes  and  community  attitudes 
also  have  made  a  review  of  the  street  pattern  of  the  original  plan 
necessary.   Public  transportation  has  in  addition  become  an  issue  of 
equal  importance  because  of  changing  times  and  needs.   South  End 
citizens  played  important  roles  in  the  community  participation  which 
helped  mold  official  policy  changes. 

SECOT1,  BRA  staff  and  the  Mayor's  Office,  have  had  numerous 
regular  meetings  during  1973  dealing  with  the  full  range  of  trans- 
portation issues  on  an  intended  technical  level.   These  meetings 
represented  an  extension  of  previous  coordination  and  also  a  possible 
model  of  community/planning  agency  cooperation.   In  spite  of  honest 
efforts  by  all  concerned  and  much  time,  the  meetings  did  not  satisfy 
all  of  the  expectations  of  either  BRA  or  SEC0To   The  purpose  of  this 
paper  is  not  to  rehash  or  analyze  what  happened  during  the  series  of 
meetings  but  rather  to  move  forward  from  common  ground.   BRA,  as  the 
city's  planning  body,  should  help  to  articulate  and  foster  commun: ty 
goals  and  aspirations,  within  the  bounds  of  overall  city  concerns  and 

realities. 

BRA  sees  eye-to-eye  witn  SECOT  on  the  underlying  transportation 

objectives  and  is  in  agreement  on  most  of  the  individual  projects. 

BRA  agrees  with  SECOT  in  general  that: 

1.  Roadway  improvements  within  the  South  End  should  not  be 
aimed  at  increasing  capacity  for,  or  volumes  of  vehicles 
passing  through  the  area. 

2.  Emphasis  should  be  placed  on  roadway  improvements  on  the 
periphery  of  the  South  End  so  that  through-traffic  can 
better  pass  around,  not  across  the  community. 

3.  Where  internal  traffic  routes  exist,  it  is  beneficial  to 
clarify  the  relative  role  of  various  streets,  whether  they 
are  or  should  be  local,  collector  or  arterial  in  nature. 
If  these  intended  functions  are  not  made  legible  to  the 
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SECOT  (South  End  Committee  on  Transportation)  is  a  group  of 
residents  planning  and  lobbying  for  traffic  control  and  transit  im- 
provements for  the  South  End.   SECOT  has  been  recognized  by  the 
South  End  Project  Area  Committee  (SEI-AC),.  and  in  October  1972  pre- 
pared and  circulated  a  draft  "South  End  Transit  &  Traffic  Proposal" 
for  neighborhood  and  agency  review. 


driver,  traffic  patterns  will  be  indiscriminate.   The 
major  dilemma  here  is  the  extent  to  which  established 
traffic  patterns  must  continue  to  be  served  through  the 
community  and  how  adequate  access  |8r  the  South  End  can 
be  maintained  without  encouraging  through-traffic. 

4.  Public  transportation  must  be  maintained  and  improved 
in  the  future.   The  Washington  Street  El  is  the  transit 
spine  of  the  South  End  and  should  not  be  eliminated 
until  at  least  equivalent  service  is  assured  within  a 
reasonable  time  frame. 

5.  Street  improvements  should  be  directed  to  improving  the 
pedestrian  environment  through  wider  sidewalks,  trees, 
other  plantings  and  street  furniture  where  feasible  ; 
including  bus  shelters,  signing,  signals  and  bikepaths. 

6.   Parking  policies  should  exclude  spill-over  parking  from 
adjacent  areas. 

Before  discussing  individual  problems  or  opportunities  in  the 
South  End  or  elsewhere,  it  is  appropriate  to  remind  the  reader  of  BRA's 
responsibilities  as  a  planning  body  and  renewal  agency.   Due  , to  di- 
minishing Federal  Urban  Renewal  Funds  and  the  need  for  other  agency 
approvals,  it  is  practically  impossible  for  BRA  to  unilaterally 
deliver  any  specific  transportation  project  or  services.   BRA  must 
act  primarily  as  planner,  advisor,  advocate  and  administrator. 
The  City  Public  Improvements  Commission  (PIC  -  composed  of  the 
three  Commissioners  of  Traffic,  Public  Works  and  Real  Property) 
must  approve  all  street  projects.   The  Traffic  and  Parking  Department 
deals  with  circulation  and  other  traffic  regulations,  while  the  MBTA 
dispenses  public  transit  services.   Funding  of  significant 
street  and  transit  projects  must  practically  come  from  State  and 
Federal  sources,  either  the  Massachusetts  DPW  or  MBTA  on  the  State  side 
and/or  FHWA  or  UMTA  on  the  Federal  side.   BRA,  in  dialogue  with  the 
community,  must  originate,  develop  and  review  reasonable  alternative 
plans  and  assist  in  programming  and  expediting  desired  projects. 

The  remainder  of  this  paper  deals  primarily  with  attitudes  and/or 
intended  courses  of  action  on  specific  projects  or  situations. 
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PERIPHERAL  ROADWAY  PROJECTS 

The  South  End  area  is  actually  defined  by  peripheral  trans- 
portation facilities  -  the  Massachusetts  Turnpike  on  the  north, 
Penn  Central  Railroad  on  the  west,  the  extinct  Inner  Belt  corridor 
to  the  south,  and  the  Southeast  Expressway  to  the  east.   The 
opportunities  for  peripheral  roadway  improvements  for  interception 
of  radial  and  crosstown  traffic  are  limited  to  the  north,  south 
and  east,  since  a  proposed  South  End  Bypass  to  the  west,  adjacent 
to  the  Penn  Central  Railroad,  was  eliminated  by  policy  decisions 
related  to  land  use  and  overall  transportation  needs  associated  with 
the  elimination  of  the  Southwest  Expressway  proposal. 

Two  major  projects  and  a  related  improvement  are  being  pursued 
to  attract  traffic  to  established  peripheral  transportation  corridors, 
as  outlined  below: 

Massachusetts  Turnpike  Frontage  Roads 

The  utilization  of  Turnpike  frontage  roads  for  Turnpike  corridor 
and  Southeast  Expressway  access  traffic  is  hindered  by  a  lack  of 
continuity  in  available  facilities.   This  tends  to  foster  the  use  of 
other  streets,  some  in  the  South  End,  for  crosstown  movements.   BRA 
will  cooperate  with  other  City  departments  to  recommend  a  State-spon- 
sored environmental  assessment  and  basic  design  of  alternatives  for 
completing  a  Turnpike  frontage  road  system  from  Dorchester  Avenue  and 
-the  Southeast  Expressway  to  Dartmouth  street.   This  will  involve  a 
connection  of  Broadway  with  Marginal  Road  and  an  extensi.QOr.of  Herald 
Street' from^Arlingk.^,  Street  to  Dartmouth  Street,  along  with  related 
street  modifications. 

As  an  interim  effort,  it  is  of  interest  to  report  that  recent  BRA 
sponsored  field  surveys  and  traffic  signal  changes  have  resulted  in 
traffic  flow  improvements  in  this  area.   We  are  continuing  our  efforts 
to  further  improve  traffic  flow  on  Herald  Street  in  particular  by 
means  of  interim  circulation  changes  being  discussed  with  the  Traffic 
and  Parking  Department. 

In  carrying  this  project  forward,  ve  must -recognize  the  resi- -  - 
dential  character  of  Cortes  Street.   Care  will  be  taken  to  involve 
affected  and  interested  community  groups,  notably  the  South  End  and 
Bay  Village. 
The  Southwest  Arterial 

It  is  generally  accepted  that  a  new  city  arterial  street  will  be 
constructed  in  the  Southwest  corridor  and  extinct  Inner  Belt  right-of- 
way,  from  at  least  Jackson  Square  to  Massachusetts  Avenue  and  the 
Fitzgerald/Southeast  Expressway  connecting  ramps.   Both  the  scale  and 
alignment  of  this  facility  are  now  being  studied  in  a  land  use  and 
development  opportunity  context  by  the  Southwest  Corridor  group. 
Community  groups  including  the  South  End  along  with  City  and  other 
governmental  agencies  are  involved  in  the  SW  process,  and  resolution 
of  this  project  will  be  in  this  context. 
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The  development  of  the  new  southwest  arterial  does  hold  promise 
of  bypassing  certain  traffic  around  the  South  End  via  the  Fits- 
gerald/Southeast  Expressway  and  also  via  an  improved  Ruggles  Street 
to  Huntington  Avenue  although  peak  hour  usage  will  be  inhibited  due 
to  Expressway  congestion.   Care  must  be  taken  that  layouts  of  the 
new  arterial  do  not  favor  Columbus  Avenue  and/or  Tremont  Street  as 
obvious  radial  extensions,  rather  than  the  routing  toward  the 
Expressway. 

Albany  Street 

Improvements  to  Albany  Street  along  with  a  possible  new  road- 
way parallel  to  the  Expressway  could  help  to  draw  traffic  from  more 
local  streets.   The  extent  and  configuration  of  street  modifications 
to  and  near  Albany  Street  north  of  Massachusetts  Avenue  must  be  tied 
in  with  the  new  arterial  connections  to  Massachusetts  Avenue  and  the 
Expressway  ramps.   The  needs  of  the  new  arterial  will  most  likely 
govern  the  possible  Albany  Street  area  layout. 
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RADIAL  STREETS 

Si::  almost  parallel  streets  extend  directly  from  Downtown 
Boston  through  the  complete  length  of  the  South  End,  namely  Albany 
Street,  Harrison  Avenue,  Washington  Street,  Shawmut  Avenue,  Tremont 
Street  and  Columbus  Avenue.   One  of  these,  Albany  Street,  is  con- 
sidered a  peripheral  street  and  was  briefly  mentioned  previously. 
The  remaining  five  "interior"  streets  vary  in  their  capacity  to 
"environmentally"  carry  significant  traffic  loads  and  must  be  care- 
fully improved  and  managed  to  insure  a  satisfactory  distribution  of 
traffic  which  cannot  be  bypassed.   SECOT  has  for  instance  recommended 
circulation  changes  which  would  discourage  through  traffic  on 
Shawmut  Avenue  which  is  dominantly  residential  in  character  through 
the  South  End.   This  will  be  addressed  later. 


Three  of  the  interior  radial  streets  have  been  proposed  for 
major  physical  rehabilitation  -  Columbus  Avenue,  Tremont  Street  and 
Washington  Street.   The  type  of  design  most  suitable  for  each  street 
has  been  an  issue  involving  the  extent  and  typo  of  traffic  service, 
sidewalk  allowances,  transit  reservations,  street  furniture,  planting, 
lighting,  etc.   A  summary  of  the  present  attitudes  and  constraints 
on  these  potential  projects  follows. 


Col  umb  •  -i  s  A^ T  e  n  u  e  /T  r  e  u.  o  • 


Due  to  overall  proximity  to  one  another  and  a  joining  together 
into  one  functioning  street  to  the  south,  Columbus  Avenue  and  Tremont 
Street  have  been  viewed  as  one  project.   Although  the  future  concen- 
tration of  major  traffic  to  one  street  or  the  other  is  subject  to 
further  discussion,  the  present  concensus  is  that  there  be  a  balance- 
of  traffic,  not  necessarily  exactly  50-50,  on  each  street  due  to 
matters  of  business  interests  and  traffic  load  sharing.   A  parking 
or  curb  service  lane  will  have  to  be  maintained  in  most  instances, 
on  each  side  of  both  streets,  desirably  shadowed  by  roadway  "neck- 
downs"  (sidewalk  widenings)  for  lane  definition  and  shorter  crosswalks 
A  total  of  about  4  moving  lanes  during  the  peak  hours  in  the  dominant 
flow  direction  at  the  key  Massachusetts  Avenue  intersections  are 
necessary  for  service  of  existing  traffic  on  Columbus  and  Tremont. 

In  looking  toward  future  rehabilitation  of  these  streets  the 
following  major  design  and  layout  elements  were  evaluated  during  the 
course  of  discussions  with  SECOT: 

1.  Desirable  -widths  of  sidewalks  with  different  urban 
design  as s uiupt ions . 

2.  Exclusive  bus  lanes 
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3.  Number  of  signalized  intersections 

4.  Whether  the  two  streets  could  be  designed  as  a  one-way 
pair  or  would  continue  as  two-way  streets. 

5.  As  two-way  streets,  what  would  be  desirable? 

-  Median  or  painted  centerline? 

-  If  a  median  provided,  what  width? 

-  Left  turn  storage  lanes  in  median  at  key  points? 

-  Different  number  of  lanes  in  each  direction  on 
either  street? 

-  Reversible  lanes? 

On  the  matter  of  unsymmetrical  and/or  reversible  lane  arrange- 
ments for  two-way  traffic,  it  is  strongly  felt  that  such  arrangements 
are  awkward,  confusing  and  difficult  to  control  under  these  circum- 
stances, and  should  be  avoided. 

A  protracted  debate  on  the  optimum  combination  of  the  various 
design  elements  and  their  scale  would  only  serve  to  defer  street 
improvements  which  are  needed  now.   A  basic  design  should  be  settled 
on  in  the  near  future,  coupled  with  a  program  for  detailed  design  and 
construction. 

For  the  foreseeable  future  it  appears  as  if  a  one-way  pair 
circulation  pattern  for  the  streets  is  not  feasible,  due  to  problems 
of  combining  flows  on  the  intown  end,  providing  two-way  bus  service 
on  either  street  and  SECOT  concerns  over  possible  increases  in 
cross  street  traffic.   It  is  therefore  proposed  that  the  future 
design  of  Columbus  Avenue  and  Tremont  Street  consist  of  two  two-way 
streets 

On  Columbus  Avenue,  an  30  foot   right-of-way  is  available, 
presently  divided  into  two  30'  roadways,  a  4-foot  median  and  two 
8-foot  sidewalks.   It  is  proposed  that  the  street  be  rebuilt  with 
OI-j  50'  roadway  providing  four  lanes  with  possibly  a  cobble  median, 
and  30  feet  for  sidewalks.   Parking  would  have  to  be  prohibited  on 
the  side  of  greater  traffic  flow  during  the  pea];  hours.   Special 
treatment  at  the  intersection  of  Massachusetts  Avenue,  with  left 
turning  lanes  will  have  to  be  considered  in  the  design  stage,  ac- 
cording to  specific  capacity  requirements. 

Tremont  Street  has  a  100-foot  right-of-way  consisting  of  an 
undivided  70-foot  roadway  and  two  15-foot  sidewalks.   It  is  proposed 
that  the  street  be  reconstructed  with  four  moving  lanes  and  two 
parking/service  lanes  which  would  be  defined  by  neckdowns.   The 
dimensions  would  be  44'  for  the  moving  lanes  and  8'  for  each  parking 
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lane,  leaving  40  feet  for  sidewalks.   Alternately  a  pedestrian 
refuge  and  planting  median  with  no  left  turn  lanes,  discontinuous 
at  all  cross  streets  nay  be  considered.   The  extra  width  would  be 
taken  from  the  40-foot  sidewalk  allowance.   At  neckdowns,  the 
sidewalks  would  be  8  feet  wider  on  each  side.   As  with  Columbus 
Avenue,  a  special  roadway  design  should  be  considered  at  Massachu- 
setts Avenue. 

The  design  of  improvements  should  include  traffic  controls, 
plantings,  lighting,  street  furniture,  bus  shelters  and  pertinent 
urban  design  features  in  addition  to  the  regular  street  reconstruc- 
tion.  During  the  design  stage  the  community  will  be  able  to  inject 
further  design  comments  and  review  plans  as  the  project  progresses. 

Addressing  the  total  issue  of  Columbus/Tremont  improvements, 
it  is  hoped  that  total  agreement  on  the  above  or  variant  thereof 
might  be  achieved  in  the  very  near  future,  so  that  design  may  be 
initiated  as  part  of  the  Federal/State  Urban  Systems  program  on  a 
high  priority  basis. 

Washington  Street 

The  future  rebuilding  of  Washington  Street  is  directly  related 
to  the  elimination  of  the  Orange  Line  el.   Since  the  el  is  likely  to 
remain  in  service  for  several  years,  major  street  construction  work 
will  have  to  be  deferred.   In  any  planning  work  involving  Washington 
Street  or  el  replacement  service,  care  will  be  taken  to  generously 
provide  for  a  transit  reservation  which  could  serve  at  grade  rail 
service  or  exclusive  bus  lanes.   Set-back  lines  for  any  new  construction 
must  be  established  at  an  early  date. 

BRA  views  Washington  Street  in  the  future  as  a  two-way  major 
community  street  with  a  transit  spine  and  will  develop  sketch  plans 
as  necessary  on  this  basis.   The  ultimate  result  will  tie  in  with 
efforts  of  the  Southwest  Corridor  group. 

Shawmut  Avenue 

No  major  construction  plans  for  Shawmut  Avenue  are  proposed, 
but  the  continuous  one-way  outbound  alignment  of  the  street  through 
chiefly  residential  areas  tends  to  encourage  its  use  as  a  thorough- 
fare in  the  evening  peak  hour.   Street  alignment  changes  in  the  South 
Cove  Project  to  the  north  have  exacerbated  this  problem.   SECOT  has 
requested  a  disruptive  circulation  arrangement  with  opposing  one-way 
operation  in  different  sections.   Such  circulation  changes  are 
managed  and  controlled  by  the  Traffic  and  Parking  Department,  but  BRA 
feels  that  experimental  changes  disruptive  of  a  continuous  outbound 
directional  movement  should  be  made  between  Massachusetts  Avenue  and 
East  Berkeley  Street  and  should  be  undertaken  over  reasonable  trial 
periods  to  assess  impacts  so  long  as  safety  not  be  jeopardized  by  such 
actions. 
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Harrison  Avenue 


Harrison  Avenue  is  not  presently  under  consideration  for 
significant  physical  changes  or  traffic  adjustments,  other  than 
street  reconstruction  within  existing  lines  as  presented  in  the 
Renewal  Plan.   Traffic  operations  on  Harrison  Avenue  do  not  pose 
major  problems  and  appear  to  be  compatible  with  present  land  uses 
along  the  street.   Consideration  to  an  early  repaving  and  to 
circulation  changes  should  be  made. 
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CROSSTOWN  STREETS 

A  large  portion  of  travel  in  the  South  End  probably  uses  a 
combination  of  radial  and  crosstovm  streets  in  gaining  access  to  or 
crossing  the  community.   There  are,  however,  distinct  crosstown 
movements  from  the  Expressway  and  South  Boston  to  Back  Bay  and  the 
Prudential  Center.   Physical  restraints  on  crosstown  traffic  exist 
due  to  the  limited  number  of  crossings  of  the  Penn  Central  Railroad 
on  the  northwest  edge  of  the  South  End  where  bridges  serve  Berkeley, 
Clarendon,  Dartmouth,  West  Newton  and  Massachusetts  Avenue.   On  the 
southeast  boundary  of  the  area  crosstown  exits  are  found  only  at 
Broadway,  East  Berkeley,  Expressway  ramps  and  Massachusetts  Avenue 
in  conjunction  with  Southampton  and  Hampden  Streets. 

Given  the  boundary  restrictions  for  crosstown  travel  there  is 
no  lack  of  interior  crosstown  capacity  since  the  limited  number  of 
entry  and  exit  points  are  complemented  by  over  20  interior  crosstown 
streets,  the  full  utilization  of  which  would  require  offset  travel 
paths.   The  loss  or  gain  of  one  or  more  interior  crosstown  streets 
will  not  seriously  affect  aggregate  crosstown  capacity.   However, 
the  closing  of  one  street  shifts  additional  traffic  with  its  environ- 
mental effects  onto  adjacent  streets.   The  problem  lies  in  not 
creating  on  one  hand  more  legible  routes  through  the  residential 
community  and  on  the  other,  carrying  inevitable  traffic  loads,  in- 
cluding South  End  generated  traffic,  in  an  equitable  fashion  over 
available  streets.  Each  crosstown  street  must  of  course  be  recog- 
nized as  providing  a  crossing  to  the  outside  at  one  end,  both  ends 
or  neither  end. 

The  desired  objective  is  to  serve  crosstown  travel  on  peripheral 
roads,  as  noted  earlier,  specifically  in  the  Turnpike  Corridor  and 
on  the  proposed  new  arterial  in  extinct  Inner  Belt  right-of-way.   In 
addition,  Massachusetts  Avenue  as  an  established  and  continuous 
regional  street  will  continue  to  carry  substantial  traffic.   There 
remain  problems  in  the  way  East  Berkeley  Street,  Dartmouth/Dedham/ 
Maiden,  West  Newton,  Clarendon  and  Northampton  Streets  are  treated 
as  fairly  legible  streets  serving  access  points  at  the  edge  of  the 
South  End. 

Relatively  modest  but  also  reasonably  direct  collector  streets 
for  the  benefit  of  South  End  generated  traffic  are  desirable  and  even 
necessary.   They  can  serve  to  concentrate  such  traffic  on  identified 
streets  and  conversely  reduce  it  on  other  streets  where  its  presence 
makes  less  sense.   The  current  system  in  the  South  End  reflects  such 
a  "heirarchy"  as  those  streets  leading  to  bridges  across  the  railroad 
attest.   The  attractiveness  of  such  streets  to  through -traf f ic  may 
be  curtailed  if  the  streets  retain  limited  widths  and  serve  two-way 
traffic.   It  is  felt  that,  subject  to  some  trial  circulation  patterns, 
that  West  Newton  Street  and  Dartmouth/Dedham/Malden  Streets  might  be 
operated  in  such  a  fashion. 
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Specific  comments  on  certain  crosstown  issues  are  as  follows: 

East  Berkeley  Street 

East  Berkeley  Street  now  carries  one  of  the  highest  one-way 
peak  hour  counts  of  any  South  End  street,  being  a  direct  inbound 
extension  of  the  Dover  Street  bridge.   The  original  South  End  Plan 
calls  for  its  widening  as  a  two-way  arterial  between  Tremont  Street 
and  Albany  Street.   A  section  of  the  right-or-way  has  in  fact  been 
cleared. 

BRA  feels  that  this  widening  proposal  should  not  be  pursued  at 
the  present  time  for  the  following  reasons: 

1.  Traffic  service  could  be  better  afforded  in  the  immediate 
Turnpike  corridor  and  the  proposed  improvements  there 
should  have  higher  priority. 

2.  Until  such  time  as  the  westbound  frontage  road  is  complete, 
the  current  function  of  East  Berkeley  Street  as  a  major  one- 
way entrance  to  the  city  from  the  southeast  must  be  retained. 
Any  two-way  operation  under  existing  conditions  would  impede 
this  service. 

3.  Total  proposal  realization  requires  demolition  of  the  el 
which  is  not  expected  for  several  years. 

4.  Additional  property  acquisition,  relocation  and  demolition 
would  be  required,  seriously  affecting  a  group  of  existing 
businesses. 

5.  The  widening  originally  proposed  was  based  upon  assumed 
increases  in  traffic  load  generated  by  future  highway 
construction  without  Turnpike  frontage  road  improvements. 
While  it  is  seem  as  a  desirable  goal  to  convert  East 
Berkeley  Street  to  two-way  operation  for  internal  circula- 
tion improvements,  a  more  modest  width  will  probably  be 
adequate  when  the  frontage  roads  are  complete. 

In  the  meanwhile,  the  option  of  improving  East  Berkeley  Street 
in  the  future  should  not  be  discarded  in  a  piecemeal  way.   Continued 
banking  of  land  in  the  cleared  ROW  strip  for  more  attractive  temporary 
open  space  is  seen  as  an  appropriate  way  to  reserve  the  future  option 
for  some  street  improvements. 
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Dartmouth/Dedham/Maldon  and  Clarendon/Waltham  Streets 

The  construction  and  operation  of  the  proposed  new  Blackstone 
School  requires  the  closing  of  sections  of  West  Canton  Street  and 
West  Brookline  Street.   In  order  to  maintain  a  reasonable  inter ior 
collector  street,  West  Dedham  Street,  scheduled  for  closing  in  the 
original  plan,  should  remain  open. 

The  Boston  Redevelopment  Authority  assumes  a  position  on 
several  related  matters,  as  f ollov/s : 

1.  There  will  be  no  widening  of  Dartmouth  Street  between 
Columbus  Avenue  and  Harwich  Street. 

2.  There  will  be  a  four-way  neckdown  at  the  intersection  of 
Dartmouth  Street  and  Warren  Avenue. 

3.  West  Dedham  Street  at  its  present  width  is'  feasible  for  two- 
way  operation.   The  detailed  design  for  the  street  must  in- 
clude consideration  of  the  developability  of  adjacent  parcels 
There  will  be  no  demolition  of  buildings  on  this  street  for 
transportation  purposes. 

4.  West  Dedham  Street  between  Shawmut  and  Wa-sh-iag^tan— S^fer-eet 
will  be  built  on  the  diagonal  to  align  with  revised  Msr. 
Reynolds  Way. 

5.  Msr.  Reynolds  Way  will  be  narrowed  and  aligned  with 
Maiden  Street  to  create  a  direct  and  safe  intersection 
and  to  provide  open  space  for  Cathedral  Housing. 

6.  There  will  be  no  widening  of  Maiden  Street  east  of 
Wa-sh±ftg^te-n  Street. 

7.  Any  new  road  developed  to  the  east  of  Albany  Street  will 
not  be  aligned  with  Maiden  Street  at  Albany. 

The  best  solution  to  problems  caused  by  through-traffic  on 
Clarendon,  Waltham,  Dartmouth,  West  Dedham  and  Maiden  Streets  lies 
in  rapid  study  and  completion  of  turnpike  frontage  roads  and  the 
Broadway  Street  Bridge  as  well  as  in  possible  revisions  to  the 
Berkeley  Street  and  other  ramps  on  the  Southeast  Expressway. 

West  Newton  Street 

This  street  now  serves  as  a  collector  street  because  of  the 
railroad  bridge  to  Huntington  Avenue • and  an  overflow  for  Massachu- 
setts Avenue  traffic.   These  two  facts  combine  to  produce  a  level 
of  traffic  which  has  led  to  a  request  that  the  street  be  made 
discontinuous  in  direction.   Another  proposal  has  been  to  make  the 
street  two-way  in  its  entire  length  in  order  to  maintain  the  collector 
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street  function,  but  discourage  its  use  as  a  bypass  for  Massa- 
chusetts Avenue.   Unfortunately  the  narrow  width  of  the  street 
combined  with  the  heavy  parking  generated  by  residential  uses  make 
this  solution  difficult.   This  is  particularly  so  because  the 
street  serves  as  a  fire  and  other  emergency  vehicle  route. 

The  TOPICS  improvements  now  being  installed  on  Massachusetts 
Avenue  should  improve  the  capacity  of  that  street  to  some  degree 
and  thereby  reduce  the  need  to  use  West  Newton  Street  as  an  over- 
flow. 

Experimentation  with  circulation  patterns  aimed  at  inhibiting 
through-traffic  on  West  Newton  and  adjacent  streets  should  be 
made  when  the  current  Massachusetts  Avenue  improvement  project  is 
completed,  provided  that  if  trial  traffic  patterns  aimed  at  down- 
grading West  Newton  as  a  traffic  carrier  create  environmental 
problems  there  or  elsewhere,  the  street  will  have  to  be  retained 
as  a  collector.   Bus  service  now  using  West  Newton  Street  will, 
of  course,  have  to  be  rerouted  according  to  any  circulation  changes, 

Northampton  Street 

Although  problems  exist  on  Northampton  Street,  future  improve- 
ments of  any  kind  must  be  devised  in  the  context  of  the  Southwest 
Corridor  planning.   The  proposed  SW  Arterial  connections  to  the 
Fitzgerald  Expressway  should  provide  future  traffic  relief. 
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PUBLIC  TRANSPORTATION 

As  referred  to  earlier,  the  chief  public  transit  issue  in  the 
South  End  is  what  kind  of  service  will  replace  the  Orange  Line  el 
as  the  spine  linking  the  South  End  to  Downtown  and  all  other  rapid 
transit  lines.   The  timing  of  the  el  demolition  has  not  been  es- 
tablished and  will  be  some  years  hence,  but  commitments  to  the 
type,  timing  and  manner  of  replacement  must  be  made  before  el  service 
is  eliminated. 

The  replacement  service  issue  is  tied  into  regional  priorities 
and  transit  funding  and  must  find  ultimate  resolution  in  the  Southwest 
Corridor  planning  and  development  process.   There  are  two  basic 
alternatives  being  considered,  all  utilizing  Washington  Street  and 
extending  to  Dudley  Station.   These  are: 

1.  Green  Line  branch  leading  from  the  now  unused  Tremont 
Street  tunnel  and  entering  the  South  End  via  a 
tunnel  under  the  Turnpike  and  new  Orange  Line 

or  on  existing  streets  and  bridges  across  the  Turnpike. 
This  line  would  run  through  the  South  End  as  a  surface 
street  car  in  a  Washington  Street  median,  with  a 
probable  turnaround  at  Dudley  Terminal. 

2.  Bus  service  on  exclusive  lanes.   Exclxisive  lanes  could  be 
provided  in  a  median  reservation  on  Washington  Street  in 
the  South  End,  but  the  ability  to  have  continuous  exclusive 
lanes  on  the  Downtown  end  is  problematic,  although  a  planning 
objective  of  BRA. 

In  addition  to  the  Washington  Street  service,  an  array  of  cross- 
town  and  additional  radial  transit  service  should  be  provided  by  buses. -K- 
Improvements  to  existing  bus  service  must  be  a  goal  in  all  future 
street  improvement  design,  such  as  in  Tremont  Street  and  Columbus 
Avenue.   This  may  be  accomplished  by  the  design  of  bus  stops,  priority 
lanes,  signal  overrides,  shelters,  information  systems,  etc.,  as  may 
be  desirable..   In  addition,  changes  in  routes  and  schedules  should  be 
considered  in  response  to  potential  demand,  and  experimentation  in 
new  service  should  be  pursued,  such  as  Dedham  Street  to  Copley  Square. 
Improvements  to  the  Dv.  iley-Jilarvard  bus  route  via  Massachusetts 
Avenue  should  have  the  highest  priority. 

As  alluded  to  previously,  any  el  replacement  option  depends  to 
a  large  extent  on  actions  beyond  the  South  End.   Further  study  of 
both  the  possible  Green  Line  connection  including  disruptive  neigh- 
borhood effects,  and  Downtown  bus  routings  including  disruptive 
traffic  effects,  is  needed  in  the  immediate  future.   In  addition, 
it  should  be  noted  that  the  siting  and  design  of  the  relocated 
Orange  Line  transit  stations  in  the  South  End  as  elsewhere  are  being 
established  in  the  Southwest  Corridor  process. 


The  construction  of  a  necessary  cross/town  transit  facility, 
in  the  Ruggles  Street  area,  as  part  of  the  Transit  Development  Pro- 
gram, is  of  major  importance  to  the  South  End.   Interim  improvements 
to  bus  service  in  this  corridor  should  have  immediate  attention. 
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PROSPECT 

This  statement  on  South  End  transportation  issues  presents 
the  BRA  position  on  a  subject  which  has  been  well-tempered  by 
community  involvement  and  which  may  serve  as  the  basis  for  con- 
structive action. 

In  the  broader  perspective  it  is  appropriate  to  note  that  the 
South  End  along  with  all  Boston  communities  will  experience  changes 
in  transportation  impacts  due  to  recent  and  impending  shifts  in 
general  urban  transportation,  energy  and  environmental  policies  and 
realities.   Stabilization  and  management  of  Downtown  parking  supply, 
travel  restraints  imposed  by  energy  shortages  and  costs,  and  overall 
improvement  and  expansion  of  transit  service  should  in  the  main  be 
beneficial.   It  is  hoped  that  specific  actions  in  the  South  End  will 
keep  step  and  be  in  tune,  with  these  overall  trends. 


»■ 


-  16  - 


